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SUMMARY 

Railroad: 

Date: 

Location: 

Kind of accident: 

Trains involved; 

Train numbers; 

Engine numbers: 

Consist; 

Estimated speed; 

Operation: 

Track: 

Weather; 

Time: 

Casualti es; 

Cause 

Louisville and Nashville 

January 1, 1946 

Oakland, Ky. 

Collision 

Passenger 

15 

242 

7 C£ ;rs 
10 m. p. h. 

Frei ght 

59 

1870 

61 cars, caboos 

Standing 

Timetable, train orders and 
aucomatic block-signal system 

Single; tangent; vertical curve 

Cloudy 

5:55 p. m. 

13 injured 

Passenger train moving out of 
control on descending grade, 
as a result of damaged air­
brake equipment on engine and 
inefficient hand-brake equipment 
on cars 
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INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2963 

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 

LOUISVILLE AND NASHVILLE RAILROAD COMPANY 

March 26, 1946. 

Accident near Oakland, Ky., on January 1, 1946, caused by 
passenger train moving out of control on a descending 
grade, as a result of damaged air-brake equipment on 
engine and inefficient hand-brake equipment on cars. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Commissi oner: 

On January 1, 1946, there was a collision between a 
passenger train moving out of control in backward motion 
on a descending grade and a standing freight train on the 
Louisville and Nashville Railroad near Oakland, Ky., which 
resulted in tne injury of 10 passengers, 2 dining-car em­
ployees and 1 train porter. 

Under authority of section 17 (2) of the Interstate Com­
merce Act the above-entitled proceeding was referred by the 
Commission to Commissioner Patterson for consideration and 
di spo sition. 
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Location of Accident and Method of Operation 

This accident occurred on that part of the Louisville 
Division extending between Lo\ isville and Boiling G-reen, Ky., 
113.25 miles, a single-track line in the vicinity of tne point 
of accident, over wiich trains are operated by timetable, train 
orders and. an automatic block-signal system. The accident oc­
curred on the main track 102.77 miles south of Louisville, at 
a Point 0.54 mile south of the station at Oakland. Th^ main 
track is tangent throughout a d.istanc3 cf about 5 miles north 
of the point^of accident and about 3 miles southard. The grtde 
for south-bound trains : n 0.17 percent ascending 2,100 feet, 
then there is a vertical curve 320 feet to the point of accident 
and 980 feet southward, which followed by a i.22-percent 
ascending grade about 1,150 feet. 

Automatic signal 1011, governing south-bound, movements, is 
0.99 mile north of the aoint of accident. The involved night 
aspect and correspond.in;; indication and name of tnis signal are 
as fellows; 

Aspect Indication Name 

BED STOP; 71-UK PROCEED 
IN ACCORDANCE WITH 
RULE 509 (3). 

Operating rules read in part a.s follows: 

DEFINITIONS. 

STOP AND 
PROCEED. 

Restricted Speed.—Proceed prepared to stop 
short of train, obstruction, or anything that 
may require the speed, of a train to be reduced. 

19. The following signals will be displayed 
to the rear of every train, as markers, to indi­
cate the rear of the train; 

•vi- * # 
* "* * markers, showing * * * red. to the rear. 
•«• * 

92. When a train stops under circumstances 
in which it may be overtaken by another train, 
the flagmen must go back immediately with flag­
man's signals f. sufficient distance to insure 
full protection. * * * 
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509 (B) . When a train is stoooed by a Stop 
and Proceed signal it may proceed at once at re­
stricted speed. 

Special rules governing the use of the train-brake system 
provide that when a train is stooped on a heavy grade under 
circumstances in which the efficiency of the air-brake system 
may become impaired, a sufficient number of hand brakes must be 
applied to hold tne train. 

The maximum authorised speed for the passenger train was 
70 miles per hour and for the freight train, 45 miles per hour. 

Description of Accident 

No. 15, a south-bound first-class passenger train, con­
sisted of engine 242, one passenger-baggage-dormitory car, two 
coaches, one dining ear, two coaches and one observation-lunch 
car, in tne ord.er named. All cars were of steel construction. 
This train departed from Louisville at S:rj6 p. m. , 1 hour 30 
minutes late, passed Smitn's Grove, the last open oifi?e, 2.08 
miles north of Oakland, at 5:21 p. m., 1 hour 32 minutes late, 
passed Oakland and while moving at a speed of 6c miles per hour 
the left guide yoke and the left main rod beê ve brek.n. This 
train stopped about 5:24 p. m. cn a i.22-percent ascending 
grade, with the rear end standing about 0.75 mile south of the 
station at Oakland and 1.2 miles south of signal 1011. About 
5:55 p. m. tnis train started to move northward out of control, 
and was moving at an estimated, speed of 10 miles per hour when 
it collided with No. 59 at a Point 0.99 mile soutn of signal 

No. 59, a soutn-bound seco\d.-class freight train, consist­
ing of engine 1870, 61 cars and a cabocse, passed Smith's Grove 
at 5;32 p. m., 5 hours 55 minutes late, stopped at signal 1011, 
which displayed stop-then-orcceeel, stopped about 100 feet south 
of the station at Oakland, in response to signals given by the 
flagman of No. 15, proceeded southward about 2,750 f^et and had 
just stopped, wnen its engine was struck by tn^ rear end of No. 1 

The rear end of the rear car cf No. 15 was demolished about 
12 feet. The center sill was bent, and the interior of the car 
was badly damaged. The front end of the engine of No. 59 was 
badly damaged. 

The weather was cloudy and it was dark at the time of the 
accident, which occurred about 5:55 p. m. 

Engine 242 is of the 4-6-2 type anl was last inspected at 
Louisville at 9;15 o. m., December 1 31, 1945. This engine is 
provided witn No. 5-ET equipment and one cross-compound air com­
pressor. At the time of the accident, the air-brake regulating 
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d e v i c e s were adjusted, to supply crake-Pipe p r e s s u r e of 110 
p o u n d s and m a i n - r e s e r v o i r p r e s s u r e of 130 p o u n d s . 

The cars of N o . 15 are owned by the P e n n s y l v a n i a Railroad 
Company and at the time of the accident w e r e ax signed to i n t e r ­
line service b e t w e e n C h i c a g o , 1 1 1 . , and lli^mi, F i r . These cars 
are equipped w i t h four-wheel trucks h a v i n g f o u n d a t i o n brake gear 
of tne clasp type on all w h e e l s . The journals are equipped ^ i t h 
-roller b e a r i n g s . The nir-br"ke equipment consists of a 2 - 2 2 
control valve or: each car, and r brike c y l i n d e r counted on each 
side of each truck. The h a n d - b r a k e equipment of C">ch car has 
gears adjacent to tne brake w: eel, wnich is m o u n t e d In v e r t i c a l 
p o s i t i o n . When actuated by the air-brake system, b r a k i n g p r e s ­
sure is applied on nil w h e e l s , but w n e n the h a n d - b r a k e is o p e r ­
ated p r e s s u r e is applied on the wheels of cne t r u c k cnly. The 
air b r a k e s of these cars w e r e last inspected at L o u i s v i l l e about 
3:24 p. m,, January 1, 1 3 4 ? . 

D i s c i s s i o n 

As N o . 15 was a; r ,roaci;ing C^klrre. tne speed was about 65 
m i l e s p e r h o u r . Soon -'"iVt^r the trn'e pa seed O a k l a n d , the f i r e ­
man h e a r d an unusual noise at the front of the engine and c°lled 
a w a r n i n g to the engineer. Tne engineer i m m e d i a t e l y m o v e d the 
brake valve to emergence p o s i t i o n and closed the t h r o t t l e . The 
train stopped about 1,600 feet south of the p o i n t where the f i r e ­
man warned, th? engineer. Examine tlur. cf the ere ine disclosed, 
that the left guide yoke nad. b r o k e n . About 55 p e r c e n t cf this 
b r e a k was an old. f r a c t u r e . As a. result of the failure of the 
guide; yoke, the left rein ^od, other r e c i p r o c a t i n g parts on the 
left side of the engine, the air end of the air c o m p r e s s o r and 
the c o m p r e s s o r d i s e n n r g e ,epe to the main r e s e r v o i r T-ere b r o k e n . 
B e c a u s e of the c e m a g c to tnese parts and. tie l o s s of air p r e s s u r e , 
the engine and'tender b r a k e s w e r e i n o p e r a t i v e . The train was 
s t a n d i n g on a 1.22 percent d e s c e n d i n g grade s o u t h w a r d . The en­
gineer placed a coal p i c k on the rail b a c k of tne left ''c. 3 
d r i v i n g w n e e l , and the c o n d u c t o r applied the h a n d b r a k e s on the 
first -and second, cans. There- employees thought the hand b r a k e s 
and the o b s t r u c t i o n on the r a i l reru sufficient to prevent m o v e ­
ment of the train. Feee*er, about 3C .minutes later, tne train 
started to move backward out of control on the descending grade. 
The reverse gear of the engine was in p o s i t i o n f o r forward m o v e ­
ment, and. w h e n the train started to move the e n g i n e e r opened the 
throttle in an attempt to stop the m o v e m e n t . H o w e v e r , tnis 
failed to stop the train and the so,jed of N o . 15 was abcut 10 
miles n->r h o u r w h e n it struck N e . 59. At the time of the c o l ­
lision the e n g i n e m e n cf I'c. 15 T _ere on the e n g i n e , the c o n d u c t o r 
was in tne vicinity of a t e l e p h o n e , located about 1.2 m i l e s 
south of the point of accident, w :,- J r e ] - e _ l a ci L g o n G t 0 communicate 
w i t n the train dispatcher", and the flag.iaa wax on the engine of 
No. 59. 



- 8 - 2963 

Prior to departure of this train from Louisville, the air 
brakes of No. 15 nad been tested and the employees who made the 
test said the brakes functioned properly at that time. The en­
gine had been inspected by members of the mechanical force at 
Louisville, and they reported the engine to be safe and suitable 
for service. However, in an inspection report o f this engine, 
dated at Louisville on December 25, 1945, a crack in the left 
side o f the left guide yoke was reported, but there was nothing 
disclosed in tne investigation to show that repairs to the guide 
yoke had been made prior to the accident. • 

Ne^r-59 stooped at signal 1011, which displayed stop-then-
proceed, proceeded about 1,000 feet, then stopped in response 
to signals given by the flagman o f No. 15, who boarded the 
engine of No. 59 at that point. At that time the enginemen of 
No. 59 could see the lighted red marker lamps o f No. 15 about 
5,000 feet distant. No. 59 again proceeded southward, and had 
moved about 4,000 feet at a speed o f about 10 miles per hour 
wnen the enginemen observed that No. lc was moving nortnward and 
tnat the rear end of the train *»ras only a short distance south 
of their engine. The engineer immediately moved the brake valve 
to emergency position, and No. 59 had just stopped when the col­
lision occurred. 

On tne day o f the accident, the Pennsylvania Railroad 
delivered tne cars of Nc. 15 to the Louisville and Nashville 
Railroad at Union Station, Louisville, Ky., at 3:19 p. m. An 
air-brake test was made and the mechanical forces reported to 
the crew that the train air-brake system functioned properly. 
No test was made o f the hand brakes. After the accident, tests 
o f the air-brake systems o f the six undamaged, cars disclosed 
that following an emergency application, the brakes of tnree 
cars remained applied in excess o f 45 minutes, one released In 
30 minutes, one released in 10 minutes, and one was inoperative. 
The Drake of the car which released in 10 minutes did not apply 
with sufficient force to c-use the brake shoes te be tight 
against the wheels. Tests o f the hand brakes o f the c°rs In­
volved disclosed that tne hand brake o f the first car could not 
be applied because the brake rod fouled the body bolster. The 
brake snoes could not be ^oved closer than 1 inch from the 
wheels. The hand brakt , of the second, car was Inefficient be­
cause o f improper adjustment of the foundation gear. Wnen the 
hand brake had been operated, the brake shpes at two locations 
were 3/4 inch away from the wheels. The hand b r a k e o f tne 
third, car wes inefficient as a result o f rusted gears and a 
twisted chain which fouled, the gear housing. When this brake 
was operated the brake shoes at two locations were 3/4 incn 
away from the wneels and at the other two locations they could 
easily b e moved away from the wheels. One spoke in the brake 
wheel was broken. The hind brake o f the fourth car was inoper­
ative because the brake ch?,in fouled the rib o f tne center-sill. 



The h-nd brrkc of the fifth c r could not be applied by one 
m m , but wfs applied by the f u l l exertion of two men. A f t e r 
full exertion by one man the b r a k e shoes were 1/8 inch from 
the w h e e l s . Tre h a n d b r a k e of the sixtn car could not be applied 
w i t h o u t the aid cf r bar and then only after 2 m i n u t e s of exer­
tion by one man. The s e v e n t h car was so b a d l y d a m a g e d in the 
accident that tne hand brake could not be tested u n t i l repairs 
n-nd b e e n ma.de. A f t e r repairs were made, the hand b r a k e o o o r n t e d 
p r o p e r l y . 

The rules of this c a r r i e r recujre that a sufficient n u m b e r 
of n a n a Vrak.es must be applied to hold a train standing on a 
h e a v y grade w h e n tne t r a i n - b r a k e system b e c o m e s impaired . The 
nand b r a k e s of only two cars of I'c. 15 w e r e p l a c e d in a p p l i c a ­
tion p o s i t i o n after an e m e r g e n c y application of tne train air 
b r a k e s had. b e e n m a d e , w h i c h w a s the most f a v o r a b l e condition 
p o s s i b l e for h<~nd b r a k e s to be fully applied. The employees 
concerned thought tnis action would prevent m o v e m e n t of the 
train. However, these han^ b r a k e s as w e l l as the hand b r a k e s 
of tne other c r s , with tne p o s s i b l e e x c e p t i o n of the seventh 
car, were l a t e r found, to be e i t h e r inefficient or i n o p e r a t i v e . 
U n d e r the Safety A p p l i a n c e Acts all p a s s e n g e r - t r a i n cars are 
required to be equipped w i t h e;ficif-':t hend b r a k e s . Tne m o v e ­
ment of these errs without an efficient h a n d brrke on each car 
was in v i o l a t i o n of these A c t s . 

Cause 
* 

It is found that this accident was caused, b y a p a s s e n g e r 
train m o v i n g out of control on a d e s c e n d i n g g r a d e , as a result 
of damaged air-brake equipment on engine and. i n e f f i c i e n t h a n d ­
brake equipment on c°rs. 

Dated, at W a s h i n g t o n , D . C , this t-'enty-sixth 
day of ITarch, 1 9 4 5 . 

Ey the Commission, Commissioner P a t t e r s o n . 

(SEAL) 
T'T. P. B A R T E L , 

Secretary. 
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